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1. The following roaacote «prM«t Ito ******** 

an initial analyst « of the Individual topic* aiac u 8SOd i 

the subject wire. Ther® Is e©a*l*t* agre«sei*t on 1 

ttem&i tuwever, clarif lea tic a aad/or eipwiw is jaresentsd. 
other of tae item are sot secctairUf to »**«» 

tea those liens, th® wwb for sad ®*plasatiea of the 
©If foresees arc- acted. Regarding the four *a in 

citeu fey backus** which fora the fct*l* t&r the wire, 
naoeiy, truH#©»ie exccae thrust » fuel ecowaay l» cruise* 
stable inlet performance with matches recovery a»* 
teaperaiure effect ea high Mach soaker cruise, taere is 

ae uiaagreetaeat. 

2. There is a© tiimcreeeeat with the eeti*ate4 

IfeOO pound increase in esoeaa thrust derive# froa the 
results of the wise tunnel program . la addition, it is 
noted that the win* teasel progra* for the f* 11 

be completed next week; heuever* the ******** *®* . » 

proposed fir hare already been started. The aocificetioa 
S»ts of last ailing tail flap# to the ejector *ith the 
big throat. The ejector with the about 

tail flaps has been flying ea aircraft ltt » 

aateiy om aonth. The parts for the aodifiection will 
Zid available until about August lOtfe. 

3 . tegere tag the additional transonic excess thrust 
resulting fros# sfterfeumr and engine »©<s if teat teas* one 
er^r is noted. The additional excess thrust iac resent 
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of 1&00-200G peoaca which will result fro® the installation 
of two "J** engiaes represent# the total increase ow the 
present configuration and in not in addition to the 500-100© 
pounds estimate# for the Installation of two M ’ afterburners. 

4. The reduction In fuel economy attributed to the 
forward c.g. of the aircraft in entile is factual ana is the 
recult of an added drag iacreant. At high U&tk isusfeers the 
aircraft center of pressure (c.p.) moves aft and the aavuai 
cf elevator deflection to trim which results in ur&g is a 
direct function »f the distance between the c,p. and c.g. 
Therefore, Moving the e.g. aft will reduce- the required 
elevator deflection ana correspond ugly reduce the «rag. 

5. In addition to the comments regarding the recent 
success cf ti»# fienolx fuel contra! watch are correct, it 
should be noted that recent iapravsaeuts to the M&ssiltca 
Standard ssain fuel control show significant promise for 
improving the scheduling jectUas which occur with this 
control through the transonic region and the t konst droop 
condition which occurs at high *aeb miabera. 

6. Contrary to the remarks in the subject wire, inlet 
pressure recovery results free recent flight teste of 
aircraft 121 with the Hamilton Standard inlet control and 
aircraft 129 with the oechheed inlet control reveals that, 
within the scatter of the data, the Inlet pressure recovery 
for both controls is essential if the sane and both are 4-0% 
below the matched inlet recovery at Slack 3.0* Also at 
Mach 3.0 inlet distortion is lt-2W indicating inefficiency 
in the overall inlet configuration. 

7 . T© categorically state that the ‘latest flights 

on airplane 121, with the sew “G' J cam in ths Saadi tea Standard 
iaiet control, showed generally poor performance'* represents 
an incomplete report of the subject. The facts are that 
three flights have been conducted with the new "O' cam in 
the Bas il ton btsaosrg islet control , only eae of which was 
to sscfc 3.0. In all three cases, indication* are that the 
slop# of the spike schedule versus Mach number line was 
parallel to the design schedule but may have been displaced 
by a constant amount which would cause s degradation of 
inlet pressure recovery . So major difficulty is anticipated 
to correct the displacement . 
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«. £»te*ertfcy progress is being aade by Hamilton 

Standard toward* t tarn of tM sut»M« perfcrsanct 

anted ia the subject sir*. Sacttt s^hUtiessl i astrumeats t ion 
©a aircraft 121 reveelec that coiaiMtBt %itb reports of 
spike baaaerisg there occurs an M cps oscillation 1 a the 
pneumatic signal lines to the ial«t control. Suttso^uoatly 
spike- hammering ws induced for the first tine is a bench 
test Ly introducing a similar ©sci nation. Although aot 
eef iaite, one »«spi<ri©o la that the ©sell 1st loos are induced 
because the static pressure sealing porta are located la an 
unstable flow region %twrm the transition from lamiaer to 
turbulent flow c rears* If additional ’teste confirm this 
suspicion, it should aot be too difficult to i nonce turbulent 
floe a beau of tae static pressure sensing ports, 

0. tit 5 rcfereace to the prolongs© operation at design 
Mach number, ew t asset argue too vigorously agalsnt the sore 
conservative approach outlined by Lockheed since the difference 
in temper® tares between Mach 3.0 an© 3.2 stealc be approxi- 
mately 100©#. However, coasicerlng the status of the major 
problem areas c-iscctssco above, the ©eptenber If data for a 
limited Aacfe 3.6 capability appears somewhat optimistic. 

Only after sustained flights of two hours duration have been 
conducted #111 t&cre be any evidence regarding the engine 
sustained capability &m well as the ability of the various 
materials an© systems to function properly. Therefore it 
is our considered opinion that ieeeufeer 1 is a more realistic 
date for the Mach 3,© capability with a range of 3400 a. at. 

10. Hopefully by April ife, 1905 we would expect to be 
able to demonstrate complete Mach 3.2 missions, including 
three air refuelings on a repeated basis. Then, a ns only 
then, would the system be labeled fully operational. 
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